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SUMMARY 


1. Date ..28th May 1968. 

2. Time ...... About 3-40 hours. 

3. Railway .Southern. 

4. Gauge ...... Broad C5'-b")- 

5. Location ...... Renigunta station. 

6. Nature of accident .... Collision. 

7. Trains involved .... (i) Goods train No. DD 27 Down; 

(ii) Passenger coaches and wagons pertaining to 418 Up 

“Renigunta-Madras Passenger” and 93 Down “Renigunta- 
Raichur Passenger” trains’ 

8. Consisting of ..... (i) A Diesel Electric engine hauling 66/67 goods vehicles; 

(ii) 10 Passenger coaches and 4 wagons. 

9. Engine No.s. ..... (i) WDM-2 Diesel Eljctric LocomotivoNo. 18337; 

(ii) 

10. Estimated speed.,(i) About 45—yoKm. p.h.; 

(ii) Stationery. 

n. Method of working .... Absolute Block system of working. 

12. Alignment ..... Stmi^t but approached by a gentle 10 reve rse curve. 

13. Weather ...... CJear. 

14. Visibility ..... Restricted to some extent due to the curr ed uj'proach. 

15. Casualties ..... I4deadand5i injured, theinjuriesof lybeing of a grievous nature. 

16. Cause and party held responsible . , Driver of Goods train No. DD. 27 Down passing the Down Outer 

and the Down Home Signals when ‘ON’. 



Government of Indu 

MINISTRY OF TOURISM & CIVIL AVIATION, 
(Commission of Railway Safety) 

From: 

The Additional Commissioner of Railway Safety, 
S^thein Circle, 

Bangdore. 


hours respectively. Were stabled on Road No. 5 ai 
Renigunta in the early hours of the 28th May. At 
about 3-40 hours Goods train No. DD. 27 Down 
entered Road No. 5 at the station, and collided with 
these passenger coaches and wagons. 

As a result of the collision, the enpne and first 2 
wagons of the Goods train derailed and several 
passenger coaches were damaged. The formation of 
93 Down passenger was also pushed forward by over 
900 feet. 


To 

The Secretary to the Government of India, 
Minis try of Tourism and Civil Aviation, 
New Delhi, 

Through; The Ctanniissioner of Railway Safety, 
Lucknow. 


a Caaudfiets. 

11 persons, who were in the passenger coaches at 
the time, were killed on the sfwt, and 54 others were 
injured. 2 of those injured died while on their way 
to the Hospital, and another expired on the 3rd June 
bringing the death roll to 14. Of the remaining 51 
who were injured, 15 sustained grievous injuries and 
the remainder simple injuries. 


vSir, 

In accordance with Rule 10 of the Railway Board’s 
Notification No. 59-TrV/42/l dated the llfh AprU 
1966 I have the honour to report the result of my 
Induiiy into the collision that occurred between goods 
train No. DD. 27 Dtown and a number of passenger 
coaches and wagons at Renigunta station on the 
Southern Railway dn the morning of the 28th May 
1968. 

2 W^pectidn and 

The site of the accident was inspected by me on 
the morning of the 29th May 1968. The Inquiry 
was commenced at Renigunta the same afternoon, and 
concluded on the 30th May 1968, the following 
Administrative Railway Officers being present at the 
same:— 

CD ShriB.Venkataramani, Divisiocal SvpeiintcndciiU 

Guntakali 


S. Composition of tiw train, and the vdtides sterling 
on Road No. 5 at Renigunta. 

(i) DD. 27 consisted of 66/67 goods vehicles 
hauled by a sin^e WDM-2 diesel electric locomouvo 
No. 18337 with ite long hood leading. The train 
was fuUy vacuum braked, and its length and weight 
were approximately 1,725 ft. and 1,115 tonnes 
respectively (inclusive of the en^pne). 

The diesel electric engine had a speed indicator 
and a headlight, both of which were in working or(ter. 
It also had a vigilance control device fitted, which 
was not working at the time. 

(ii) In all there were 10 passenger ccmches and 4 
wagons standing on. Road No. 5 at Renigunta. 
Details of the same are given below:— 

(a) Coaches of 418 Passenger. 


(ii) ShriT. Venugopal, 


erin- 


ist CoachNo. GST. 3118 
andCoachNo.GT. 5056 


Second and Third Class ; 
Third Class; 


Other Railway Officers were also present as and when 
required. 


3rd CoachNo.TLR. 3505 
4thCoachNo. GT. 5004 


Third Class, Luggage and Brake- 
van; 

Third Class; 


The Civil authorities and the Police were advised 
about the Inquiry, and were represented by Shxi V. 
Venkataramana, Deputy Superintendent, Railway 
Police, GuntaTcal. 


I. PREAMBLE 

3. d^cription of (he acddent. 

Smne passenger coaches and wagons pertaining to 
418 Up “Renigunta-Madras Passenger” and 93 Down 
"Renigunta-Raichur Passenger” trains, which were 
scheduled to l(»ve Renigunta at 4-45 hours and 4*50 


Sth Coach No. FCT. 3387 . 

(b) Coaches and wagons 

1st CoachNo. TLR. 4365 . 

2ndCoachNo. GT. 3892 
3rd CoachNo. GST. 249 
4thCoachNo.TYLR2572 . 

5thC0achN0.GTY.3779 . 

4 wi^jons. 


First Class with Coupe Cojnpatt- 
meht and Third Class. 

of 93 passenger. 

Third Class, Luggage and Brake- 
van; 

Third Class; 

Second and Third Class 

Third Class with Ladies’ Com¬ 
partment and Luggage and 
Brflkcvflji j 

Third Class with Ladies’ Com¬ 
partment. 



The 4th and 5tb coaches oi 418 Passengci* add 
the 2nd and 5th coaches of 93 Passenger had steel 
bodies. The remainder had wooden bodies with 
steel panels. 

6. Damage and disposUioii of the vehicles. 

(i) Diesel electric engine WDM-2 No. 18337 had 
its long hood headlight, classification lamps, long hood 
MU coupler and cattle guard damaged. The head- 
stock was also bent and the radiator compartment 
slightly damaged. This engine completely derailed 
and mounted over the 1st passenger coach with which 
it had collided. 

The first 2 wagons of this train (DD. 27) derailed 
of all wheels, and the 3rd wagon had one pair of 
wheels lifted up. The remainder did not derail. 
None of the wagons on the goods train, however, was 
damaged. 

(ii) The 1st coach pertaining to 418 Passenger was 
completely smashed, its underframe twisted and dis¬ 
torted, and its trollies badly damaged. The rear 
trolley of the 2nd coach derailed. The remaining 3 
coaches were damaged to varying degrees, particularly 
the 5th coach, which had its front end (Guntakal 
end) smashed in to an extent of about 5', and its front 
trolley, which derailed, was also damaged. 

With regard to the coaches pertaining to 93 
Passenger only the 1st one was damaged badly at the 
rear end (Arkonam end). None of the other coaches 
or the wagons of this Passenger was damaged. 

(iii) The permanent way of Road No. 5 was 
damaged, and so was the track circuiting of this line 
and the adjacent Metre Gauge Road No. 4. A part 
of the concrete apron of Road No. 5, the overhead 
watering arrangements, and the platform roofing were 
also affected. 

(iv) The total cost of damage has been approxi¬ 
mately estimated as follows:—■ 


Approxi¬ 
mate cost. 


Rs. 

Diesel electric .locomotive .... 

6,COO 

Coaching Stock ... , . 

95,000 

Permanent Way 

f4,ooo 

Concrete apron, overhead watering arrangements 
and platformroofiing .... 

1,000 

Signalling and Interlocking .... 

500 

Total .... 

1,06,500 


7. Number of passengers. 

The rakes of 418 and 93 Passenger trains had not 
been completely formed since their departures from 
this, their originating station, were scheduled about 


an hour later. Unfortunately, however, the passenger 
coaches had already been occupied by a number of 
persons, though their exact number could not be 
determined 

8. Weather conditions. 

It was a dark clear night, but the yard and plat¬ 
forms were lit with electric lights. 

II. RELIEF MEASURES 

First aid and medical assistance. 

Within a few minutes of the accident, tlie Southern 
Kailway Assistant Medical Officer at Renigunta was 
informed of the same, and he was at the spot by 
4-10 hours with his staff and equipment from the ‘C’ 
scale accident relief medical equipment kept at the 
station. At'about 4-30 hours the Medical Officer of 
the Employees’ State Insurance Dispensary at 
Renigunta arrived, and after another 20 minutes the 
Medical Officer of the Primary Health Centre, who 
all helped in attending to the injured. 

At about 5-00 hours the Railway Assistant Medical 
Officer took 14 of the more seriously injured cases to 
the Sri Venkateswaxa Ramanarayanan Ruia Hospital, 
Tirupati, by fire ambulance, police van and raffway 
lorry; 2 of the grievously injured, however, unfortu¬ 
nately expired on the way to the hospital. Later, 
at about 7-00 hours, the Railway Assigant Medical 
OflScer, Pakala, brought the remaining cases-except 
5 who had sustained minor injuries and left the 
station on their own after attention—by special 
Metre Gauge train to Tirupati East station, whence 
they were brought to the Sri Venkateswara Rama¬ 
narayanan Ruia Hospital, Tirupati, in the same fire 
ambulance, police van and r^way lorry that had 
previously b^n used. Of the 47 persons who were 
taken to this hospital at Tirupati, 12 were admitted 
as in-patients and the remainder as out-patients. A 
little later, however, the District Collector prevailed 
upon the Hospital authorities to admit 2 minors, who 
had sustained simple injuries, as in-patients, which 
brought the total number of those admitted as in¬ 
patients in this hospital to 14. 

10. Restoradon of Communications. 

Since only Road No. 5 of the Broad Gauge was 
affected, there was no total interruption to through 
traffic as a result of this accident. However, since 
the rear end of DD, 27 had come to a stop near the 
Down facing points, the Down line was blocked, and, 
accordingly, single line working was introduced 
between Plidi and Renigunta via the Up Line at 7-30 
hours. Later, the rear portion of DD. 27 was 
withdrawn, and double line working re-introduced at 
13-35 hours. 

The Metre Gauge Road No. 4, which was damaged 
and obstructed by the debris of the 1st coach of 418 
Passenger, was first partially restored at 12-30 hours 
to facilitate entry of the Metre Gauge Crane for 





salvage operations, and completely restored by 21-00 
hours the same day. The damaged diesel electric 
engine was rerailed at 6-15 hours on the 29th May, 
and Road No. 5 was handed over to traffic an hour 
later when normal working was resumed. 

HI. LOCAL CONDITIONS 

11, Description of the site and method of working. 

(i) The collision occurred on Road No. 5 at 
Renigunta station. The Divisional Headquarters and 
the Control office are located at Guntakal. 

(ii) The kilomttrage (reckoned from Madras 
Central) of the various places mentioned in the report 


is detailed below:- 



K ins. 

Madras Central 



0-00 

ArkoUam 



r.::'48 

Tadiku 



ri.S -32 

Pudi . 



I 2 . S -22 

Rcr.'gtinia . 



134-78 

Giaitakal 



443 -06 

Raichur 



563-90 

Tirupati East is 9.80 Kms, and Pakala 51.65 Kms. 
from Reniniintn on a Metre Gauge Branch line iaking 
off from Renigunta. Melpakkam is adjac.nt to 
Arkonam. Gudur is 83.17 Kms. from Renigunta on 
a Brocil G-uige Branch line taking off from 


R^enigunta. 

(iii) Renigunta station itself is a ‘B’ class junction 
on the North West Main line (Broad Gauge) between 
Arkonam Junction and Guntakal Junction, with a 
Broad Gauge Branch line to Gudur Junction (on the 
North East line) and a Metre Gauge Branch line to 
Pakala Junction. Towards Arkonam Junction, there 
is double line working and in the other direc¬ 
tions, single line working. Trains are worked on the 
Absolute Block System in accordance with Chapter 
X of the General Rules. 

The station has 4 Metre Gauge running lines— 
Roads Nos. 3 and 4 being platform lines—and the 
Broad Gauge has an additional 8 running lines. Roads 
Nos. 5 and 7 being platform lines, and Road No. 6 
leading to a bay platform. 

There are 2 cabins ‘A’ and B’, from which all 
the signals and running line points (other than those 
on the goods lines) are worked. The points on the 
goods lines are locally operated. 

On the Broad Gauge Roads Nos. 5 and 7 are 
track circuited, and on the Metre Gauge Roads Nos. 
3 and 4 are track circuited. An illuminated diagram 
is provided in the cabins to indicate whether the 
relevant lines are clear or occupied. In addition to 
the track circuiting there is the usual inter-slotting 
betweea the cabins. 


The Broad Gauge Down Home Signal is a single 
arm Home Signal with route indications for Roads 
Nos, 5, 7 and the Goods lines (Nos. 8 to 12). 

(iv) The Down track from Pudi to Renigunta 
consists of 90 lbs. RBS rails laid . ,i C'7T ) sleepers 
to density N+3 and is stone ballasted. Within the 
station limits, however. Road No, 5 (which is in 
continuation of the Down traek) has wooden sleepers, 
and the platform length is laid on a concrete apron. 

The approach to the Broad Gauge Down Outer 
Signal is straight on a descending grade of 1 in 132. 
Between the Outer and Home Signals there is a gentle 
H reverse curve leading to Road No. 5. 

12. Permissible speeds. 

The maximum permissible speed for Goods trains 
on this section is 75 Km. p.h. 

There was a “Stop Dead and 8 Km. p.h.” restriction 
over a bridge between Taduku and Pudi (at Km. 120) 
on the day in question, and through Renigunta station 
yard there is a permanent restriction of 15 Km, p.h.— 
to be observed from the Broad Gauge Down Outer 
Signal. 

IV. SUMMARY OF EVIDENCE 

13. Platform Assistant Station Master, Renigunta, 
Shri J. N. Purushottam, said that at about 2-30 hours, 
in order to clear Road No. 8 for reception of the 
expected DD. 27, the incomplete rakes of 418 
Passenger and 93 Passenger were withdrawn from 
Road No. 8 and placed on Road No. 5, the two 
incomplete rakes being separated by about 2 bogie 
lengths after the shunting move had been completed. 
The ends of the coaches, however, were not protected 
with red lights. 

At 3-10 hours, he sent the Line Admission Book 
to the Assistant Yard Master, and he received this 
Book back at 3-35 hours, after which he exchanged 
Private Numbers with the 2 cabins, informing them 
that Road No. 8 had been nominated for reception 
of DD. 27. A few minutes after this—^at 3-45 

hours_DD. 27 entered Road No. 5 and collided with 

the incomplete rakes of 418 Passenger and 93 
Passenger. 

At the time the electric lights in the yard and on 
the platforms were lit in the normal manner. 

At about 4-10 hours he saw the Guard of DD. 27, 
who told him that the train had been stopped at the 
Outer Signal, after which signals had been taken 
‘OFF’ for his train. 

He had been working at Renigunta for the last 3 
wears, and during this period had not come across a 
single instance of any unsafe working on the'track 
circuited lines. 
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14. ‘A’ Cabin Assistant Station Master, Renigunta, 
Shri Bheema Narasingh said that DD. 27 entered the 
section at 3-25 hours, and 10 minutes later the Plat¬ 
form Assistant Station Master informed him that 
Road No. 8 had been nominated for its reception. 
While he was engaged in exchanging Private Nur'bers, 
the Pointsman in the Cabin with him, Shri 
Thyagarajan, informed him that DD. 27 was 
approaching the Horae Signal. He displayed a red 
signal towards the train as it passed the Cabin but 
nobody could be seen in the driver’s cab of the 
engine. The accident then occurred—at 3-40 hours. 

At the time he had not yet received slot from ‘B’ 
Cabin and had not taken ‘OFF’ any signals for the 
reception of DD, 27. 

He had been working in the Cabin at Renigunta 
for the last 2 i years, and had not come across a 
single instance of signals being taken ‘OFF’, when 
the line refered to was occupied. 

15. Poinfsinan, Sbri Thyagarajan, who was in the 
‘A’ Cabin at the time, said that while the Cabin 
Assistant Station Master was busy on the phone, the 
Shunting Jamadar and the Pointsman who were on 
the ground close by, called out, and he saw that DD. 
27 was approaching. He tried to display a red 
signal to the approaching train but to no avail. As 
the collision occurred the liglit on the panel lit up 
indiqating that ‘B’ Cabin had uiven slot for the 
reception of a Down train on to the Goods Lines. 

Prior to the accident he had not attempted to take 
‘OFF’ any signals for the reception of DD. 27. 

He had been working in this yard for the last 3 
years and had not come across any instance of signals 
being taken ‘OFF’ for a lice whicii was already 
occupied. 

16. Shunting Jamadar, Shri Khadar Sahib, said that 

early on the 28th May he was near the ‘A’ Cabin, 
Renigunta, and had set the points for the reception 
of DD. 27 on Road No. 8, when he heard somebody 
in the Cabin close by raise m alarm, and he saw the 
approach of the train. At the time, the Down Horae 
Signal back light shov/ed the white aspect. 

17. Pobitsmaa, Shri M. Ramaraju, said that he 
also was near ‘A’ Cabin, Renigunta, at the time, and 
had just set and locked the facing points for the 
reception of a Down Goods train on to Road No. 8 
when he saw the head light of the train approaching 
even though the arm of the Down Home Signal was 
horizontal. He r.m towards the train displaying a 
red light but to no avail. 

18. Signal Khalasi, Shri S. Pulliah, said that he was 
the only member of .he Signal Depatment on duty in 
the yard that night, and bad done no work from 
the time he came on duty, at 22-00 hours on the 27th 
May. up till the time of the accident. A little before 
4-00 hours, when he was near the ‘A’ Cabin, the 


Shunting Jamadar and Pointsman raised an alarm, and 
be joined in because of the approach of a Down 
CiooOs tram. 

19. ‘R’ Cabin Assistant tstation Master, Reuiguu.a, 
Shri M. R. Kainachandra Rao, said that at about 3-JO 
nours the iFiattorrii Assistant Station Master told 
him that Road No. 8 was clear for the reception of 
DU. 27. After setting the trailing points he 
exchanged Private .Numbers with ‘A’ Cabin, and as he 
gave tne Goods slot lo ‘A’ Cabin for the reception 
of DD. 2/ he heard die sound of the collision; this 
was at about 3-40 honrs. 

2U. Fointsuiaii, Sari M. Viswanathan, wno was in 
'jj c-aoui at me tune, corilirmcd tnat me Fiatiprm 
Assistant station Muster nad uominateti Koad No. 8 
for me reception ut ’dU. 2/, and tnat tney had heara 
the sound or the accident just as the Cabm Assistant 
btatiou Master putted me Goods line siot lever. 

21. Driver of DD. 27, Shri Yenkatamuni Naldu, 
said that he worked a train front' Madras 
Harbour and reached Arkonam at about 
5-00 hours on the 27th May after dropping 
uie lUaU at Melpakkam. He did not go to 
me ivunmng Room at Arkonam as he was informed 
by the Control that iie would be required to worx 
an engine leaving .Arkonam at about 10-00 hours, and 
later, when he did not have to work this engine, he 
was informed mnee by Control that he was to take 
an engine from Arkonam, but instead, some other 
driver took the engine in lieu. He, therefore, stayed 
at Arjeonam station till the night, having his meals 
at a hotel outside. 

At 23-00 hours on the 27th May he left Arkonam 
with engine WDM-2 No. 18337 and proceeded to 
Melpakkam, wiiere ne picked up a load of ob/6V 
wagons. From Aritonam to Melpakkam he took the 
Guard Shri Achari along with him on the engine, but 
did not have the Assistant Driver with him eitlier 
between Arkonam and Melpakkam or when the train 
left Melpakkam and up to the time of the accident. 
After leaving Melpakkam his first stop was at an 
engineering restriciign between Taduku and Pudi, 
where he signed the Engmeeimg Book. Then he 
stopped at the Outer .Signal of Renigunta, the Outer, 
Warner and Hume Signals aii di-splaying the red 
aspect. About 5 to 7 minutes after stopping at the 
Outer Signal of Renigunta, the aspect of the Outer 
and Home Signals changed to green but the aspect 
of the Warner Signal remained at red. He could not 
see the route indication displayed by the Home 
Signal, however, even when he approached close to 
it, having started after tiie Outer Signal was taken 
‘OFF’. Just before he ; cacheJ ‘A’ Cabin he saw 2-3 
people who shouled oat to him. He went across to 
the left side of the engine but could not see anything 
even though bis headli^t was burning normally. While 
returning to the right side of the engine he tripped 
over his line bcK and fell, and on getting up he 
seized the throttle and accidentally opened it fully, 
as a result of which the engine shot forward. As he 
got up from the Hoof of the Gab he saw the vehicles 
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ahead and immediately closed the throitie and applied 
the brakes, but the collision occurrtd—at 3-45 hours. 

He had had no trouble with tite brakes from the 
time he had left Melpakkam up to the time of the 
accident; in fact the brake power was satisfactory. 

The Speed Indicator on the engine was in working 
order at the time, bu.t the Vigiiance Control Device 
was not—^he had been infciined by the incoming 
Driver that the latter was not in wrking order. 

He was aware of the provisions of G.R. 98 and 
tS.R. 98 wherein it is laid down that no engine was to 
be allowed on any line unless both the Driver and 
Assistant Driver weie upon it. He had taken the 
enigine without the Assistant Driver from Arkonam 
to Melpakkam hoping that he (the Assistant Driver) 
would join him at Melpakkam. He left Melpakkam 
without the Assistant Driver in order to oblige the 
Trafihc Department. He was not, however, specifi¬ 
cally asked by any one to work this engine without 
an Assistant Driver. 

22. Guard ot DD. 27, Shrl T.S. Rangasami Achari, 

said that he reached Arkonam at 14-40 hours on 
the 27th May after which he went to the Arkonam 
Rurming Room. Later, be received orders to work 
a train from Melpakkam, and accordingly went from 
Arkonam to Melpakkam, on llie engine which was 
to work this train—WDM—2 No. 18337, the engine 
leaving Arkonam at 23-30 hours. From Arkonam 
to Melpakkam there was no Assistant Driver on the 
engine, but at Melpakkam he was informed over the 
phone by the Assistant Loco Forman (Running, 
Arkonam, that the Assistant Driver was coming. 
When the train left Melpakkam, therefore, he was 
unaware of the fact- that the Assistant Driver was not 
on the engine. 

This witness then detailed the times at which the 
train passed through the various stations eiiroute 
after leaving Melpakkam, and also .said that the train 
was stopped outside Renigunta Outer Signal for 10 
minutes and that he had seen a green light after it 
had started, which he had assumed to be from the 
Outer Signal. On ah examination of his Rough 
Journal Book, however, it was seen that the timings 
recorded had all been over-written, and oil further 
close questioning, this witness confessed that;— 

(a) The train had not stopped at Renigunta 
Outer Signal and that he had not noted 
the aspect of any signal when approaching 
Renigunta; 

(b) The train entered Renigunta station at an 

excessive speed of 30 to 40 Kni. p.h; 

(c) There was a smell of liquor from the Driver 

ryfien he had been with hjm on the engine 
bfettveen Arkonam and Melpakkam; 

(d) After the accident, he had been prevailed 
upon by Diesel Engine Driver, Shri B.V.S. 
Rad and others to alter the timings in his 


Rough Journal Book, to say that the train 
had stopped for 10 minutes outside Reni¬ 
gunta OutOr Signal although it had not, 
and also to say that he had seen a 
green signal. 

23;. Assistant Driver, G. Puaniait, confirmed 
that he was not on the engine when the accident 
occurred, since the engine had already left Arkonam 
when he had gone to the station from the Running 
Room to take over his duties. 

24. Assistant Medical Officer, Renigunta, Dr. G. 
Subramanyaitiy said that the Driver of DD. 27 was 
examined by him on the platform at Renigunta at 
about 4-30 hours. There was a slight smell of country 
alcohol from him but otherwise no evidence of 
alcoholic intoxication. He did not carry out any 
blood test or stomach wash to establish whether the 
Driver was intoxicated or not, nor did he ask any 
other Doctor to carry out any such tests. 

25. Signal and Interlocking Maintaber, Electrical, 
Shri R.B. Ramalingam said that he went to the ‘A’ 
Cabin at about 4-10 hours and recorded the position 
of the levers as follows:— 

“Levers Nos. 4, 7, 9, 10, 32, and 35 in pulled 
condition. Tracks Nos. A 8 T, A 12 T, 
05t, 07 T, 03 T, 04 T, and A 35 T were 
down, the rest being in the picked up condi¬ 
tion.” 

The Goods slot indication had also been received. 

The District Signal Inspector came to the Cabin at 
about 4-45 hours, and he; then assisted him in testing 
the signalling installation. It was seen that with the 
Goods slot given by ‘B’ Cabin it was not possible to 
take off the Down Home Signal or the Down Outer 
Signal. 

As a result of the accident the track circuits on 
Roads Nos. 4 and 5 were damaged. 

From the Power Failure Register it could be seen 
that there had been no power failure from 11-10 hours 
on the 25th May till 9-00 hours on the 28th May. 

He had been working in this post for the last one 
year and at no time during this period had there been 
any instance when an occupied track circuited line 
had had its reception signals taken ‘OFF’. 

On the 27th May he had attended to the Metre 
Gauge tracks and had not attended to any Broad 
Gauge tracks. 

26. District ^nal Inspector, Shri A. ChWam- 
baram, confirmed that when he went to the ‘A’ Cabin 
at 4-45 hours the position of the levers and the tracks 
were as detailed by the Signal and Interlocking Main- 
tainer, Electrical, Shri R.B. Ramalingam. He also 
noted from the panel that the Goods slot indication 
had been given. 
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He tested the signalling uistallation and found 
that the Home Signal Lever No. 2 and the Outer 
Sipal Lever No. 1 could not be reversed with the 
route set for Road No. 5, Road No. 5 occupied, and 
the Goods slot given by ‘B’ Cabin. At the time, also, 
he noted that the back lights of the Down Home, 
Itown Outer and Down Warner Signals were clearly 
visible. He also tested the electric lever lock of the 
Down Home Signal No. 2 and found that it was 
working normally. Since Levers Nos. 2 and 1 were 
normal, and Track AST was occupied by DD, 27, 
it would not have been possible to put back Signal 
Levers Nos, 1 and 2 had they been cleared earlier 
for Road No. 5, assuming that Road No. 5 had been 
free at the time; this was because of the lock-stick 
arrangement which requires that Track A 8 T be 
occupied first and tlien released before Signal Lever 
No. 2 can be put back to normal, and in this particular 
case Track AST had been occupied but not sub¬ 
sequently released. 

He had been working at Renigunta for the last 
years, and during this period had had some trouble 
with the track circuits at Renigunta particularly with 
perished rail insulation joints. In consequence, the 
track circuits tended to fail, but they always failed 
safe, i.e. signals had not assumed the ‘OFF’ aspect 
when the lines to which they referred were occupied. 

V. OBSERVATIONS AND TESTS 

27. The signalling and interlocking was tested on 
the morning of the 29th May, and it was seen that 
everything was functioning normally. 

_ 28. _ At about 4-00 hours on the 30th May the 
visibility of the Down Outer and Down Home Signals 
was checked from the cab of a WDM—2 locomotive 
(with the long hood leading). The Down Outer and 
the Down Home Signals were clearly visible from 
Jistances of 3,205 feet and 2,408 feet respective^, 
rhe distance between the Down Outer and the Down 
iome Signals is 1,348 feet. 


hours, which was the time officially given to Renl- 
gnnta ‘A* Cabin Assistant Station Master when the 
train entered the section, The distance between Piidi 
and Renigunta is only 9.56 Kms. and since it is more 
or less a descending grade right through to Renigunta, 
it is probable that the time taken by DD. 27 was only 
about 15 minutes, I am, therefore, more inclined to 
accept the figure of 3-40 hours as given by the two 
Cabin Assistant Station Masters. 

30. Speed of DD. 27 at the time of the collision. 

Since there was no speed recorder on the engine, 
the speed can only be approximately determined 
from the extent of the damage sustained. This was 
very considerable, the 1st passenger coach being 
smashed into pieces— as detailed in para 6 above. 
Purely on this consideration, therefore, I consider that 
the speed at the time of impact must have been about 
45—50 Km. p.h. 

31. Condition of the Signalling and Interlocking. 

From para ll(iii) it will be seen that Broad Gauge 
Road No, 5 is track circuited. The evidence was to 
the effect that there had been no trouble in the past 
with the signalling and interlocking so far as unsafe 
working was concerned. Although the track 
circuits failed on occasion, they had always “failed 
safe” i.e. signals had not assumed the ‘OFF’ aspect 
when the lines to which they referred were occupied. 
At the time also no work was being done by the 
Signal Department. 

Shortly after the accident occurred, the inter-lock¬ 
ing in ‘A’ Cabin was tested by the District Signal 
Inspector and the Signal and Interlocking Maintainer/ 
Electrical—vide paras 26 and 25 respectively. It 
was seen that the Down Home Signal and the Down 
Outer Signal could not be taken ‘OFF’, the route being 
set at the time for Rond No. 5, and the Goods slot 
received from ‘B’ Cabin. The electric lever lock on 
the Down Home Signal was also tested and found to 
be working normally. 


VI. DISCUSSION. 


29. Time of (he accident. 


The time at which the collision occurred has been 
variously given as follows:— 

(8) PJatfoim Assistant Siaiier Master’ 

(vide para 13) .... 3_.45 hours; 

(b) *A’ Cabin A.ssistant Station Master 

(vide para 14). . . 3—40 hours; 

(c) ‘B’ Cabin Assistant Station Master about 

(videpara 19) , 3—40 hours; 


(d) Driver of DD. 27 (vide para 
31 ).. 


3—45 hours 


Here it may be mentioned that the Switchman of 
he North Cabin at Pudi stated that DD. 27 passed 
his Cabin at 3—24 hours, and the Platform Assistant 
Station Master, Pudi also gave the time as 3-25 


I am, therefore, satisfied that the signalling and 
interlocking must have been functioning normally 
when the accident occurred. 

32. Aspect displayed by the Down Home and Down 
Outer Signals at the time of approach of DD. 27 . 

The Driver of DD. 27 stated that after stopping 
at the Down Outer Signal of Renigunta, the aspect of 
the Down Outer and Down Home Signals changed 
from red to green, and, accordingly, he started his 
train. The Guard of the train, vide para 22, first 
corroborated the Driver’s statement—as far as the 
stopping of the train outside the Down Outer Signal 
and subsequently seeing a green light, which he (the 
Guard) assumed to be from the ifowo Outer Signal. 
Later, however, the Guard confessed that the train 
did not stop at the Down Outer Signal of Renigunta, 
and that he had not noted the aspect of any Signal 
when approaching the station. 
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l-’rom paia 31 alxjve it will be seen that the sig¬ 
nalling and imerloGking must have been functioning 
nomauy at me time of the accident. With the 
conoilions obtaining at the time, therefore, viz. the 
obstrucuon of Koad l^o. 5 by the incomplete rahes oi 
4 lh passenger and 93 P^senger, it would not have 
been possiwe t© have taken ‘UhP’ either the Down 
Home or the Down Outer Signals. The Assistant 
btation Master and the Pointsman in ‘A' Cabin also 
averred tnat prior to the acadent they had not taken 
•OTP’ any signals tor the reception of DO. 27, and 
the Sh un ting jamedai and Pointsman, who were near 
‘A’ Cabin, saw the white back light and the horizontal 
arm of the Down Home Signal respectively when the 
train was approaching, 

I have, therefore, no hesitation in rejecting the 
Driver’s statement, and am satisfied that botn tne 
Down Home as well as the Down Outer Signal of 
Renigunta were passed in the 'ON’ position by 
eP. 27. 

33. Responsibility of the Driver of DD. 27. 

From the above para it is clear that the train 
passed the Down Outer and the Down Home Signals 
m the ‘ON’ position. The Driver of the train ad¬ 
mitted that the brake power of his train was satis¬ 
factory, and a check after the accident revealed that 
there could have been nothing wrong •wiA the brakes 
of the train. With regard to the visibility of these 
Signals, para 28 above clearly shows that this was 
adequate. Further, the Driver of the preceding 
Down train—which arrived at Renigunta at 2.50 hours 
—saw the approach signal lights at Renigunta ibuming 
bristly, the Shunting Jamedar (vide para 16) saw 
the back h#t of the Down Home Signal as the train 
appro^hed, and the District Signal Inspector, when 
he checked the installation at 4-45 hours, clearly 
saw the back lights of the Down Home, the Down 
Outer and the Down Warner Signals. 

With regard to the Driver’s statement that he 
tripped over his line box and accidentally opened the 
throttle fully when getting up, this appews hardly 
credible, and may be dismissed as an afterthought 
on his part. 

There was, therefore, no valid reason for the train 
passing the approach signals of Renigunta at ‘ON’ 
and for this the Driver was solely and personally 
responsible. By so doing, he violated General Rule 
78(a). and brou^t about this unfortunate accident. 
General Rule 78(a) is reproduced in Annexure-I for 
ready reference. 

34. Absence of the Assistant Driver from the engine. 

General Rule 98(a) and Subsidiary Rule 98(i)(a), 
which are reproduced in Annexure-I attached, clearly 
lay down that an engine should not be moved without 
a Driver and an Assistant Driver. In this case the 
evidence is clear that at no lime between Arkonam 
and Renigunta was an Assistant Driver present on 
the engine. The excuse of the Driver viz. that he 
had done this to oblige the Traffic Department cannot 
be acctfted, and the Driver is, therefore, personally 


responsible for having violated ihia General Rule and 
Subsidiary Rule. 

35. Condition of the Driver of DD, 27 

The Guard stated that when he was on the engine 
between Arkonam and Meipakkam iheie was a smell 
of hquor from die Driver. Ihs Assistant Medical 
Officer, Renigunta, who examined this Driver at about 
4-30 hours on the Renigunta piatfonn, said that there 
was a slight smell of couniry alcohol from the Driver, 
but otherwise there was no obvious evidence of any 
alcoholic intoxication. No tests, however, were 
conducted on the Driver, and, there lore, it cannot be 
established as t© whether he was jiuoxicated at the 
time or not. Turther, there is no evidence as to 
whether he partook of any liquor while on duty or 
within 8 hours of coming on duty. 

In the circumstances it is not possible to establish 
as to whether tire Driver violated General Rule 182 
or Rule 22.2(c) of The Railway {Services (Conduct) 
Rules, 1966—^which are reproduced in Annexure-I 
attached. 

36. Protection of the passenger coaches. 

The Platform Assistant Station Master stated that 
he did not arrange tor the display of a red light from 
either end of the incomplete rakes of 418 and 93 
Passengers when they were placed ©n Road No. 5, 
as further marshalling of these coaches had yet to be 
done, and it was not usual to provide such protection 
for vehicles on these platform lines, winch were track 
circuited and protected by 2 Stop Signals at either 
end. 

Subsidiary Rule 154 (vi) may here be referred 
to. This Rule, which is reproduced in Annexure-I, 
provides for the display of side and tail lamps when 
passenger vehicles are allowed to stand on a running 
line, and there is no doubt that in this particular case 
this rule was violated. However, it is extremely 
doubtful as to whether this accident v/ould have been 
averted had such a red light been displayed from the 
end of the 1st coach of 418 Passenger, because the 
approach to the platform line h on a curve, and 
further, the indications are that the Driver was ap¬ 
proaching at a high speed, and '.vould have, in alt 
probabUiiy, not been able to stop the train in time 
even if he had observed a red light ahead. 

I am, therefore, inclined to absolve the Platform 
Assistant Station Master from any responsibility for 
this accident, but the omission on '.'is part to display 
such a red li .’ht, which, according to him, is the usual 
practice at this station, should be looked into further 
by the Railway Administration. 

vn. CONCLUSIONS 

37, From the evidence availabi: I conclude that 
the collision was caused by the Gc )ds train No. DD. 
27 Down passing both the Dov Outer and the 
Down Home Signals at Renigunta when ‘ON’. For 
this, the Driver, Shri Venkatamuni ' faidu, is responsi¬ 
ble, having thereby violated Genei 1 Rule 78(a). 
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It Aay also be nbtcd th^t tiiis Briber Was aoatitlio- 
risedly driving hfe engine without an ASsiSt^t Driver 
m^riohtion of General Rule 98(a) and Subsidiary 

Shri Vtnkatamuni Naidtt, who is 42 years of age, 
was originally recrilited as a Fiteffiaii Apprentice in 
July 1945, and proitiOted to officiate as a ‘C Grade 
Driver in Februaf]^ 1955. He has a poor record of 
service, and since May 1958 has had nb less than 
7 pUnnshrtlents and a censure recorded against him in 
his Service Record; Further, at the time of this 
accident, disciplinary proceedings had been initiated 
against' him in coribection with another accident that 
had occurred in December 1967, wherein fie, as the 


Driver of a Goods train, bad been held responsible 
for passing the Starter Signal of a staUdn in the ‘W 
position, resulting in the derailment of his train. 

38. The relief operations wele prompt and ^ds- 
factory. 

Yours faithfully, 

(Sd.) H. S. HART, 

Additional Commissioner of Rly. Safety. 

Southern Circle, Bangalore-9, 

Bangalore-9, 

27th June, 1968. 



ANiffiXURE I 


G. H. 78 

78. Doties of Driver 'fvhen outer, borne or roudog 
Signal is “ON’’ or ddective.—(a) The Driver of a 
tsSn shall not pass an Outer, Home or Routing sig¬ 
nal that ref^s to him, when it is “ON” or defective 
unless, after coming to a stand, he is eith^ given a 
written atithority to procecil past such sign5 from 
the iStation Master, or is called on by a Calling-on 
si^al. 


G, R. 98 

98, Maiming of Englim in Motton.—(a) Except 
when otherwise provided by special instructions, no 
epgi^ rihdl be allowed to be in motion on any runn¬ 
ing uri^ess tjjc Driver as also the Assistant Driver 
OjT the Fitcpjatl are upon it. 


98(i) (a). No engine must be allowed to be in 
motipn pn any Ime (running line or non-running 
line) unless both the Driver and the Assistant Driver, 
Firemen (or Fireman) are upon it. 


G. R. 182 

182. SpuMuous or fermented Uqapr oa — 

(a), No railway servant shall come on duty in a state 
of intoxication. 

(b) No railway spiwant directly connepted with the 
working of trains shall, when on duty or in uniform, 
obtain or partake of spirituous or fermented liquor, 
except in accordance with special instructions. (See 
Section 120 of the Act.) 


THE RAILWAY SERVICES (CONDUCT) RULES, 
1966 

22. Consumption of intoxicating drinks and drags 

j * * Ik « 

2. A railway servant shall not— 

(a) * * * * 

(b) * • • * 

(c) If he belongs to the category of running 

staff (both loco and traffic) or is connected 

directly with train passing, have taken or 
used any intoxicating drinks or drugs within 
eight hours of the commencement of duty 
or take such drinks or drugs during the 
course of duty. 


S. R. 154 

154 (iy).—^Vehicles (especially vehicles contain¬ 
ing passepgets) detached from trains or waiting to 
be attached to trains must not be allowed to stand 
on a running line for a longer period than absolutely 
necessary. While they are standing on a running line 
they must be coupled together and all hand-brakes 
must be applied. Vehicles not fitted with hand-brakes 
must be secufed with safety chains fastened to the 
rail and padlocked. The hand-brakes of brake-vans 
of pa§sfnger rakes must be screwed down and the 
autmnatic, vaepum brakes on vehicles so fitted must 
be released. At night, the side and tail lamps of 
vehicles at both ends must be switched “on”. Where 
side and (aii lamps sne not provided, a hand signal 
lamp showing red li^ must be exhibited in both 
the Up and Down directions. 


hfote 1.—^If, for some reason, any vehick is 
allowed to rntnain op a rnpupg line for some length 
of time, a clear remark ip red ink should be made 
immediately in the Train Registers indicating the 
time and the num^r of the nmning l^ on which 
ir t- detained. A r^rd of the blodting of the 
running line should be made in the Station Diary 
also and later, the time, when the vehicle is removed 
and the running line cleared of obstruction, should 
be indicated in the Train Registers and the Station 
IMaiy. 

2. At stations where Cahw Assistant Station Mas¬ 
ters are in charge of cabini!, the Station Master on 
duty should also advise the Cabin Assistant Station 
Master of the time at, and the number of running 
line on, which any vehicle has been allowed to re¬ 
main, confirming the same by an exchange of Private 
Numbers with each Cabin Assistant Station Master. 
The Cabin Assistant Station Masters should also 
exchange Private Numbers mutually between them¬ 
selves. 


When the vehicle is removed off the running line, 
and the obsiructfon is cleared, the Station Master on 
duty should again inform the Cabin Assistant Station 
Masters and exchange Private Numbers with each 
Cabin Assistant Station Master. In a similar manner, 
Cabin Assistant Station Masters should also exchange 
Private Numbers amongst themselves. 

The responsibility for recording an appropriate 
entry (vide Note 1) in the Train Register and in the 
Station Diary devolves respectively on the Cabin 
Assistant Station Masters and on the Station Master 
on duty. 
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Ricommendations/Iiicidcatal Observations & Re- 
commfindations made by the Commission of Rail¬ 
way Safety in connection with Collision between 
Goods train No. D. 27 and Passenger coaches and 
wagons pertaining to 418 Up Renigunta-Madras 
Passenger and 93 Down Renigunta-Raichur Passen¬ 
ger trains at RENIGUNTA station, Southern Rail¬ 
way, on 28th May, 1968. 


1 . More stringent rules should bo framed regard¬ 
ing the partaking of liquor by staff concerned with 
train operation. 

2. Subsidiary Rule 154(vi) should be complied 
with in future. 

3. The Vigilance Control Device fitted to the en¬ 
gine was not functioning at the time, and, according 
to the Divisional Mechanical Engineer (Diesel), 
Guntakal, this device in practice has been found to 
function erratically. It is necessary that this device 
be properly maintained so that it will always function 
satisfactorily. Further, it is desirable that this device, 
or something on the same lines, be installed on all 
locomotives. 

4. The Guard confessed that he had been pre¬ 
vailed upon by some Drivers, among them Diesel 
Engine Driver Shri B. V. S. Rao, to falsify the tim¬ 
ings recorded in his Rough Journal Book, and to 
give false evidence in support of his Driver. This 
is a very unhappy state of affairs, and the Railway 
Administration should take necessary action in the 
matter. 

5. The approaches to the Broad Gauge platform 
tracks Nos. 5 and 7 required to be thorouchly 
screened. This should be done at once, particularly 
in view of the fact that these lines are track circuited. 

6 . It was seen that 2 rails on Rond No. 7, which 
is a through line, had several holes in their webs. 


instructions were issued on the spot tliat these should 
be changed at once. 

7. The Train Examiner at Jalarpet completed Ms 
examination of the rake of DD. 27 Down within 
half an hour. He stated that he had been infon^ 
by the Chief Train Examiner that the Divisional 
(^crating Superintendent, Madras had given instruc¬ 
tions that if incoming trains were examined thorougji- 
ly, extra time need not be spent on examining out¬ 
going trains, the examination of which should be 
expedited. After the accident it was observed that 
as many as 26 wagons out of the 66 had ^eir brake 
rigging improperly adjusted. It is obvious, therefore, 
that the train examination done at Jalarpet was 
superficial, and it is necessary to emphasise that train 
examination of outgoing trains must be done thorou^- 
ly. 


Railway Board bave remarked as under on the above 

noted recommendations etc. 

1. General Rule 182 hus since been amended to 
the effect that no railw^ servant while on duty shall 
take or be under the inffoence of narcotics, stimulant, 
drugs or liquor etc. and that no railway servant 
directly connected with the working of trains shall 
take narcotics, drugs, liquor etc. within 8 hours of 
the commencement of his dMy. 

2. Necessary action has been taken by the Rail¬ 
way in this regard. 

3. Railways have been advised to ensure that loco¬ 
motives do not leave sheds with inoperative Vigilance 
Control Device. At the same time development of 
a more satisfactory indigenously manufactured vigi¬ 
lance control device is being undertaken which would 
be easier to maintain. 

Nos. 4— 1: Suitable action has been taken by 
the General Manager in this regard. 
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